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Before discussing the Kentucky Parkway System, I want to touch first on the historical
background of turnpikes, both those in general use and also those in Kentucky before 1952. My
objective in saying anything about this historical background is because I think it will be interesting_for you to see what parallels there are between the necessities and practices of turnpike construction in those times compared with what we are now doing in Kentucky. I think this will give
you a better perspective of this subject of toll roads.
Following this historical statement, I will describe briefly the toll roads that have been
built in Kentucky since 1952 under the two different legislative Acts, which pertain to the method
of financing and the handling of the work. Then for the rest of my presentation and the part which
is particularly fitting to the subject matter, in which those of you attending this committee session on planning and research may be most interested, I will discuss the Kentucky toll roads constructed since 1952, their planning and location, special design and research features, and some
maintenance experiments on them . Then in conclusion I will state the advantages, as I see them,
of Kentucky's modern toll road program.
Some 500 years ago there emerged in England a common law whereby the inhabitants of the
parishes were bound to keep all roads in their parishes in repair. The local residents found this
duty a real burden, especially for the up-keep of those roads that carried a considerable volume
of through traffic. In the year 1500 a law was passed fixing responsibilities for local road repair
by making mandatory the election of two persons in each parish who were to see to it that the
road tax was, in fact, worked out. However, it was not until the burden of roads was shifted
from the local residents to highway users that there was any improvement in the roads. This
was brought about by laws in the 1600's in England and Western Europe, which empowered certain corporate bodies to collect tolls from road users, the proceeds being used to keep the roads
in repair. The right of the public to passage remained, but only after payment of the tolls. Turnpikes, or turnpoles mounted on a vertical pivot to block the road for payment of the toll, were
introduced to prevent the loss of revenue by those who dashed by the toll gates without paying.
The turnpikes represented the only practical way of fixing financial responsibilities on the
highway user for support of the main, through-traffic roads. They lasted in England and Western
Europe until about the middle of the 19th Century when the railroads gained mastery over the
wagon and stage coach for long distance transportation.
The first half of the 19th Century constituted the principal early turnpike era in the United
States. A public turnpike began operating in 1786 on a road west from Alexandria, Virginia.
The second one early in 1792 was on the Mohegan Road between New London and Norwich, Connecticut. One of the earliest and most important turnpikes in the United States, between Philadelphia and Lancaster, was sensationally successful financially, inspiring many others.
The Philadelphia and Lancaster Turnpike Road, in some respects, was the outstanding highway of the 13 original States. It was the first long-distance stretch of broken-stone and gravel
surface built in this country in accordance with plans and specifications . It was the most im portant section of the celebrated Pennsylvania Road, running west to Pittsburgh, which, following
the Ordinance of 1787, opened to settlement the territory northwest of the Ohio River. The Lancaster Pike, and its extension, the Pennsylvania Road, was Philadelphia's bid for the fabulous
wealth of raw materials bordering the Great Lakes, in competition with the other eastern States.
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The Lancaster Pike began a new chapter in the history of roadbuilding in the United States
because it was the first privately-built road of importance. It was the beginning of organized
road improveme nt after a long period of economic confusion following the War of the American
Revolution.
The first toll road in Kentucky was on a section of the road from Crab Orchard to Cumberland Gap. In 1797 the Legislature appropriated 500 pounds to repair the road and at the same
time authorized the setting up of a toll gate. The concession for collecting tolls was given to the
highest bidder. All money remaining after the expenses for keeping the road in good repair were
deducted, belonged to the keeper of the toll gate. The published toll rates included one "for
every head of meat cattle going to the eastward, 3 pence. "
National road policy evolved from a Kentucky turnpike. In 1827 the Kentucky Legislature
asked Congress to aid the State by purchasing 50% of the shares of stock for a turnpike from
Maysville to Lexington, which was a part of the proposed Zanesville, Ohio, to New Orleans mail
road. In 1828 an appropriation bill providing fort this purchase of turnpike stock passed in the
House of Representatives, but was defeated by one vote in the Senate. It was said that had it
passed, President John Quincy Adams would have signed it.
In 1830 this same bill passed both Houses of Congress, but President Andrew Jackson ve toed the bill, much to the dislike of Kentucky's Senator Henry Clay .
President Jackson's veto not only established national road policy for the best part of a
century, but it also compelled subsequent turnpike companies, and later, railroad companies,
to be financed as private corporations.
Denied Federal assistance, the Maysville - Lexington Turnpike Road was completed by town,
local, and State subscriptions. During the next five years the State's share was raised to onehalf of the total $426, 400 cost of the stone-surfaced turnpike, completed by 1835, including the
erection of 13 toll houses and six covered bridges.
In the year 1836 the General Assembly created the Board of Internal Improvement. The
duties of this Board included the general care, superintendence and control of all public improvements for interior communication in this State which belonged in whole or in part to the
Commonwealth, to the extent of the State's interest in those communications. The Board consisted of a president and three members appointed by the Governor with the advice and consent
of the Senate, one member to be from each of the three principal sections of the State. With
reference to roads, it was the duty of the Board, when applications were made to them to subscribe for stock on the part of the State in any turnpike road company chartered by the State, to
cause an examination of the road to be made by one of their engineers. It was his duty to examine
the route as marked out by the company and report to the Board his opinion of the location and the
public utility, together with an estimate of the probable cost of improving the road. He was also
required to furnish such other information as would enable the Board to determine whether the
construction would be of sufficient public utility to justify a subscription on the part of the State.
The activity of private companies in building turnpikes, and in projecting a great many more,
was immediately heightened by the inauguration of State aid through the Board of Internal Improvement. The Legislature that saw this Board set up produced a veritable flood of turnpike
charters. This process was continued· with fluctuations, due to the varying degrees of prosperity
of the State, until the Civil War began. During the period of the conflict there was a complete
cessation, but immediately on the coming of peace a renewed interest came. However, another
method of developing the State's resources, the railroads, was appearing as early as the '30s,
paralleling river improvement and turnpike building for a decade or more, and then almost completely swallowing up these activities. The turnpike system, aided and partly owned by the State,

29

branched out in every direction from the main pivots of Maysville, Lexington, and Louisville.
From the first point roads ran to Lexington into Bracken County and to Mount Sterling. Louisville
sent out her tenacles in two long lines to the Tennessee line in each instance. The first road ran
through Bardstown a nd Glasgow, whereas the other veered farther westward by way of the mouth
of Salt River and then through Elizabethtown and Bowling Green. Feeder roads ran out from
these trunk lines at several points. But to Lexington went the honor and advantage of being the
center of the whole system, of which fact she was justly proud and not slow to boast. An enthusiastic Lexingtonian declared, "We have now seven turnpike roads and one railroad terminating at this city. A greater number, we believe, than in any city in the world. And when the
Charleston Railroad, and the Tates Creek Road, the Russell Road, and the Ramp's mill roads
shall be macadamized, which must be done in a few years, we defy the earth to exceed us in the
variety a nd pleasantness of the travel from Lexington."
The Governor, with the advice of the Board of Internal Improvement, was empowered for
the purpose of paying appropriations and the subscriptions to be made to the stock of unincorporated companies on behalf of the Commonwealth for works of internal improvement which the
Legislature might direct from time to time, to issue bonds or scrip of the Commonwealth in
amounts required not to exceed the sum of $1, 000, 000. The bonds were to bear interest at the
rate of 5% per annum and were redeemable at any time after 30 years a nd within 35 years from
the date of issue.
The system of internal improvement contemplated by the State of Kentucky during the middle years of the 19th Century consisted of the construction of turnpike roads, railroads, and slackwater navigation. The system as matured by the Act of 1835 and subsequent amendments placed
all public works, as well as the entire corps of engineers, under the supervision ana control of
the Board of Internal Improvement. The principal work of the engineers under the Board was in
connection with the operation and repair of locks, the keeping of river channels free for naviga tion, and the collection of tolls on river routes; survey and recommendations on railroad routing;
and the survey and inspection of established and proposed turnpikes.
In 1837 the State Highway engineering force consisted of 13 members. Its Chief Engineer's
salary was $5, 000 per annum. It is striking to note that under Kentucky's limiting constitutional
salary provision this salary limit was not raised until over 100 years later--in 1950.
During the period from 1835 to 1868 many turnpike companies were chartered at each session of the General Assembly. No definite plan or road system goverl}ed the adoption of the ever increasing mileage of roads in which the State. had a n interest.
On March 15, 1869, the Board of Internal Improvement was abolished; Such rural roads
as were constructed from 1869 to 1912 were built by county units of government without State
participation or controls.
Continuing on through the latter half of the 19th Century, and in a few isolated cases up until the 1920's, there were in Kentucky a few privately owned toll roads still in operation, but by
the 1930's these had gone out of busines s and there were no more toll roads in Kentucky until the
niodern era of toll road construction, which began after 1952.
I think that all of you here are quite familiar with the general location of the Kentucky toll
roads already built, those presently under construction, and the ones on which final design work
is now being completed. Mr. Bruce Hadley, the Highway Department Executive Director of the
Office of Public Affairs, plans to give you detailed information on these locations, mileages, and
costs at tomorrow's meeting of this same Conference, so I won't take time to talk about that here.
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These various roads in this modern day turnpike era in Kentucky have resulted because of
an urge nt need that could not have been taken care of otherwise for a great many years to come.
In the case of the first of them, the road from Louisville to Elizabethtown, the old Dixie Highway
between those cities, by the early 1950's was becoming so congested and dangerous for travel
that it had earned the very unenviable name of "Dixie Dieway." With the limited amount of State
and Federal highway funds available at that time, which was before the present Interstate System
was authorized by Congress, available for all the needed road work in Kentucky, it would have
taken many years to complete this 45-mile section of new road. The Kentucky Legislature, in
1952, authorized the construction of toll roads that would pay their own way from revenues received from toll collections and from any concessions on them. This legislative Act provided for
the Kentucky Department of Highways to be responsible for the planning, design, and construction
of toll roads. The Louisville-Elizabethtown Road, officially known as the "Kentucky Turnpike,"
was successfully financed and then built in record time by the mid - 50s. Its revenues have greatly
exceeded the estimates of the traffic consultants and, as a result, it appears that the last of its
outstanding bonds will be retired many years ahead of their stated final maturity date.
Shortly after this road was built, the Federal Interstate Road program was authorized by
Congress and the Highway Department was kept very busy for the next few years preparing plans
and securing right-of-ways for the first of these new Interstate roads. However, as time went
on it became more and more evident that the new Interstate System--fine as it was --was not going to be nearly enough to take care of Kentucky's needs for expressway -type roads in many sec tions of the State. A detailed study made by the Highway Department of the traffic and estimated
costs of roads needed to supplement the Interstate System showed that none of these highways
could be built und e r the State's 1952 toll road Act. This was because under that Act a road to be
financed with revenue bonds would have to have an income coverage in the 1. 25 to 1. 50 range.
This meant that toll roads with a lesser coverage than that, but which eventually might pay their
own way out, could not be financed under the 1952 law. Consequently, in 1960 the Kentucky
Legislature passed a new toll road Act which made possible the construction of marginal traffic
toll roads, by permitting the State to assist in their financing under a lease agreement between
the Kentucky Turnpike Authority and the Kentucky Department of Highways. This 1960 Act cre ated th~ Kentucky Turnpike Authority composed of the Governor, Lieutenant Governor, Attorney
General, Commissioner of Highways, and the State Highway Engineer. The Kentucky Court of
Appeals held this Act to be constitutional as it had previously done for the Toll Road Act of 1952.
This, then, cleared the way for the beginning of what has since developed into a large scale program of new turnpike construction of several hundred miles in areas of Kentucky not served by
the Interstate System.
In the planning, design, and construction of these roads, the Turnpike Authority has authorized the Kentucky Department of Highways to supervise this work and, in turn, that Department has employed consulting eng ineers to do much of the detailed work in close cooperation
with the Highway Department's staff.
Now I would like to mention some of the more or less technical aspects of this work, particularly as they relate to planning and research. Cne of the first questions that might be asked
in connection with the planning of roads under the 1960 toll road law is why these roads are built
in only certain areas of the State. The answer is that these corridors have been selected with
the objective of supplementing the Interstate System and the network of modernized Appalachian
and other good roads in such a coordinated manner as to best serve the needs for fast and safe
travel in a ll sections of Kentucky, and at the same time, insofar as possible, to assist in pro moting the economic welfare of areas of Kentucky not served previously by modern and adequate
highways . It is because of this very beneficial economic affect that at least some of the toll roads
built a nd others planned und e r the authority of the 1960 turnpike law are spoken of, and properly
so, as "Developmental Roads."
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It has been fortunate for the State that the design, construction, and maintenance of our
modern-era turnpikes has provided a good means of developing--sooner th~n otherwise might
have been the case--some new highway features and methods. · I will mention some of these without going into any great detail concerning them. No doubt some of you here are very familiar
with these details and for any of you who are not, I am sure the directly concerned engineers
with either the Department of Highways or the consultants will be glad to answer your questions.

On the matter of roadway medians, several different cross-sectional designs have been
used, both raised and depressed and of varying widths. Because a wider width of median could
not be financed under the 1952 Act, the Kentucky Turnpike (Louisville-Elizabethtown Road) was
constructed with only a 20- foot median width. However, this raised median was mounded up
enough so that it has been relatively free of head-on collisions.
The Mountain Parkway from Winchester to Campton, which has a depressed median, likewise has not been troubled with head - on collisions. However, this may be attributed to the fact
that the wider- than-usual inside shoulder has resulted in rather steep 3' to 1 slopes to the median
ditches, and when and if cars get into these ditches they don't go across into the lanes on the
other side of the road: Possibly they don't get out of the median ditches back to their own side
very easily, either.
The Western Kentucky Parkway was built with a 30-foot raised median. The other recently
built toll roads and the ones now being designed all have depressed medians of 36-foot widths.
There are arguments for and against both raised and depressed medians. Probably if you are
familiar with the difficulty encountered on maintenance with the snow and ice problem with raised
medians you favor the depressed type, but where right-of-way or economic restrictions necessitate the use of median widths of 30 feet or less, the choice of the best type is properly subject
to more difference of opinion. However, from further experience with our varied toll road typical sections, we should be able to reach proper conclusions to this important problem in the not
too distant future.
On the Jackson Purchase Parkway a number of new things were done in order to provide
maximum safety for the traveling public and also to save money by the judicious and carefully
controlled use of local materials for some parts of the work. Two-span concrete box girder
bridges of adequate length were used in order to provide a sufficient span, to do away with the
danger of the usual piers set near the right hand side of the road. Also, prestressed concrete
bridge members were used extensively on this Parkway. As a new and special kind of safety
measure to keep vehicles from colliding with the bridge piers in the medians, a design was developed and used which mounded earth up around these piers in such a way that out- of-control
vehicles, instead of colliding with the piers, would be diverted back into the road . This appears
to have been such a successful innovation that it has since been used to a considerable extent on
new Interstate constl"uction.
A large saving in cost on the Jackson Purchase Parkway was effected by using for the first
time a cement-treated, bank gravel base. In this operation uncrushed but screened local bank
gravel was pug-mill mixed with low cement content . This base proved to be very successful and
no doubt will be much used in the future in the Purchase area where bank gravel is available at
low cost. Another innovation used on the Jackson Purchase Parkway was the use of bridge-end
drains.
In the areas of heavy acid water concentration which occurred on both the Western and
Pennyrile Parkways, the following three different special types of pipe were used experimentally :
1.

Asbestos-bonded, bituminous - coated corrugated metal.
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2.

Reinforced concrete with epoxy-paved invert.

3.

High-strength reinforced concrete with silicon aggregate and sacrificial concrete.

The trial use of these three types followed after the experimental use on the Madisonville
By-Pass of concrete pipe with clay-lined invert. This type had proved to be overly expensive and
difficult to obtain proper matching of the paved invert on construction.
Of the three types tried on the Turnpikes, the third one listed was judged to be the best for
use, and accordingly high-strength reinforced concrete with silicon aggregate and sacrifical concrete is being used now in heavy acid water areas on the Daniel Boone Parkway.
An interesting construction technique on the Western Kentucky Parkway was the use of 18 in.
diameter vertical sand drains spaced at 15 foot centers and carried down to solid bearing. This
was at a section where a high fill had to be placed over a section of ground that was very unstable
for a depth of 35 to 40 feet. This sand-drain treatment worked out well on construction, and in
the several years since then there has been no fill settlement at. this place . Special grading op erations on this Parkway were carried out in the strip mine soil bank areas through which part
of the road had to be routed. Galvanized guard rails were used throughout on this road.
On the Blue Grass Parkway, som~ experimenting was done with the use of two new concrete
admixtures on bridge decks.
On the Mountain Parkway, top shoulder construction was done as a bituminous penetration
type, in order to give a comparison with the generally used bituminous plant-mix type of shoulder
surfacing.
Under maintenance, the Parkways also have provided a means of trying out some new materials and methods of handling the work. An example is the recent center-striping of the Kentucky Turnpike with a new plastic material which is applied hot and is capable of drying within
just a few seconds after being put down. So far, the results appear to be quite satisfactory,
particularly as to the handling of the work under traffic and as to the visibility of the glass beads.
However, as is the case with most new materials, only time will give the final and best answer.
Another example on maintenance has been the experimenting on some sections of the previously untreated shoulders on the Mountain Parkway Extension with soil cement and emulsified
asphalt.
We have seen in the foregoing historical review that turnpikes came into general use in
England and Europe hundreds of years ago and subsequently were much used in this country, and
particularly in Kentucky, before the era of railroad dominance for long distance travel. Of
special interest, we have seen that in Kentucky the _S tate, in effect, made possible most of these
early turnpikes by first chartering them and then purchasing stock in their corporate entities.
And finally, we have seen in perspective how Kentucky, becau se of the urgent present-day need,
has in recent years once again embarked on a new era of turnpike construction, made possible
also this time by State assistance.
These modern, high-speed highways are saving many lives as the comparatively low accident rate on them continues to show. They are providing as an incidental benefit an excellent
testing ground for judiciously trying out better methods for constructing and maintaini~ highways.
But much more importantly, by completing the missing links they are giving Kentucky a well integrated system of principal highways that will be of great economic benef~t to the State and particularly to some of its previously, more isolated areas. And by building these badly needed
highways now, their total cost, including financing by bonds, may very well be less--because of
probable continuing long-range inflation--than it would be for constructing them at some distant
future time when sufficient regular road funds might gradually become available, if ever.
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